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Mass business failures
expected ahead of 2020
sulphur deadline

INDUSTRY DENIAL OVER 2020 low-sulphur fuel regulations is
expected to force a cascade of owners out of business within two years.

Highly indebted owners will find cost pressures from expensive low-
sulphur fuels will push their businesses over the edge, forcing mass
failures, Lloyd’s List has been told.

“The elephant in the room is IMO 2020,” marine energy consultant
Adrian Tolson said. “A lot of people don't feel it yet. It has been pushed
under the carpet.

“It will generate nothing but chaos from mid-2019.”

Reports of expected price differential between high-sulphur fuel oils
and low-sulphur fuels post-2020 range from $200 to $600 per tonne,
potentially adding millions of dollars in fuel costs per journey.

Veritas Petroleum Services group commercial director Steve Bee said a
price differential of $400 per tonne would be a heavy increase in the
operational expenditure for anyone choosing the distillate fuel option.

The price would be reflected in the limited availability of compliant
fuels at ports, World Fuel Services marine technical quality manager
John Stirling said.

That equated to about 3m barrels per day demand for distillates from

January 1, 2020. “It will be very competitive for fuels at ports. Vessels
could call at ports and find compliant fuel is not available.”
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A 2017 study by energy consultants Wood McKenzie
found that global bunker fuel costs could rise by up
to $60bn annually from 2020 in a full compliance
scenario.

The availability of heavy fuel oil is also expected to
reduce dramatically post 2020, as demand drops off,
pushing the cost up for vessels with abatement
technology.

Fewer than 400 vessels in the global fleet currently
have scrubber technology installed, Intertanko

managing director Katherina Stanzel said, with less
than 50 on board tankers. The window for fitting
those systems closing fast.

“Smaller ports won’t continue to handle HFO post-
2020,” BIMCO secretary-general Angus Frew
warned.

“Bunker operators are going to have significant
problems in stocking in many ports, both a distillate
or a low-sulphur fuel and a heavy fuel oil; or at least
not cheaply.”

Eyes wide shut on sulphur cap

IF YOU think you’ve got time to waste in cutting
your sulphur emissions, you don’t, writes Helen
Kelly.

That was the decisive, and oft repeated, message
being communicated in Stamford, Connecticut this
week.

It was as if all the shipowner lobby groups and
industry associations had banded together to drive
home that single message.

Midnight on December 31, 2019, will be the last time
vessels can use heavy fuel oil, without abatement
technology on board.

By then, you will either have installed scrubbers, or
be using low-sulphur fuel alternatives such as
liquefied natural gas, methanol, distillates or a range
of other, as yet unknown, fuel blends.

While the International Maritime Organization
regulations were based on the assumption of
distillate use, the majority of the 250m tonnes of oil
currently burned per year by the global oceangoing
fleet is now expected to come from low-sulphur fuel
blends.

And because these blends don'’t exist yet, refineries
are not blending them and there has been no chance
to test them, many owners refuse to believe the
January 1 start date can be enforced.

The thinking goes that under Marpol Annex VI, if no
compliant fuel is available then you can be exempt.
Therefore, there will be a grace period whereby port
state control will choose not to police non-
compliance.

Marpol Annex VI exemptions are used in emission
control areas that mandate 0.1% sulphur fuels via a
phone line reporting system which essentially
enables the crew to signal non-compliance to port
state control ahead of arrival in order to gain
temporary exception.

An exception will be granted if crews can prove they
made all reasonable efforts to source compliant fuel
before entering port.

While the lobby groups were keen to disabuse the
industry of any expectation of leniency, many in
Connecticut feared owners’ eyes are firmly wide
shut.

“A lot of people don't feel it yet,” one bunker industry
consultant said during a panel session. “That will
generate nothing but chaos from mid-2019.”

Industry denial is expected to get so bad that one
money man at the closing gala reception reckoned
that half the owners attending would be out of
business within two years.

It’s going to be a bumpy ride.

OPINION

CMA reveals contrasting visions for maritime

THE VALUE of conferences often lies more in what
you remember a week after the event, writes
Richard Clayton.
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The rapid succession of keynotes, presentations,
question and answer sessions, networking breaks,
lunches, meetings and receptions leaves an
impression that much was said and done, when in
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fact very little was said that was not already in the
maritime domain.

Take, as just one example, the contrast between the
view from the podium at Connecticut Maritime
Association and the view from the bar (the supplier
of liquid refreshment rather than of legal
pronouncements).

Kathy Metcalf, president and chief executive of the
Chamber of Shipping of America, told delegates that
integrity is “doing the right thing even though no
one is watching”. It is a virtue that is likely to come
under severe strain in the coming months.

Armed with his second beer of the evening, an
executive from a Connecticut-headquartered
shipowner advised me not to worry too much about

ballast water treatment or the 2020 sulphur fuel cap.

“Just continue as you are,” he said. We don’t know
the level of fines yet but they are unlikely to add up
to the cost of fitting a treatment system or taking on
distillate fuel.

There is a sense that what is said for public
consumption and what is actually going on in vessel-
operating meetings are poles apart. What is the
point of all the ballast water conferences and
alternative fuel symposiums? Why do we suffer
anxiety attacks about autonomous shipping when
most shipowners and managers quietly tell you it is
all nonsense?

One of the most illuminating interviews I had was
with a software developer who cannot believe how
much time everyone in shipping spends simply
reading and responding to emails.

His view is that if emails could be properly filtered,

everyone would save between 25% and 30% of the
working day.

The industry talks about efficiency, although the
problem is not the need for improved levels of
efficiency, but the endlessly talking about it.

In his opening CMA keynote, vice-admiral Charles
Ray acknowledged the International Safety
Management Code has not been as well put into
effect as it should have been. “We all have folders
that now resemble door stops.”

Peter Hinchliffe, outgoing chairman of the
International Chamber of Shipping, laid into the
Americans: “It would be useful for the US
Environmental Protection Agency to look at what
has been achieved by [their] unilateral regulation.
Did it protect ecosystems any better than the
International Maritime Organization could have
done?”

Chris Wiernicki, who heads ABS, opined that leaders
in the digital era must try to understand the role of
technology — not technology itself necessarily but its
role in the evolution of our industry. The talent hired
by the industry today should not be assessed by
what they know, rather by how adaptable to change
they are. Times, they are a changin’.

And that’s why the CM A, and similar gatherings, are
valuable. They bring the view from the mountaintop
alongside the view from the quayside. My takeaway
is that these views are chalk and cheese.

The likely response at grassroots level to a surge of
regulatory imposition from associations that claim
to speak for the industry is: We’ll just continue as we
are until forced to do otherwise.

Lessons In leadership at the CMA

and Capital Link

THE buzz of this week’s events in New York is slowly
receding and what’s left are the words of wisdom
spoken by our industry leaders, writes Lambros
Papaeconomou.

Whether at Capital Link or at the CMA, top
executives stressed the importance of being a leader
and seeking profits through a set of strong ethical
values. It is time for the rest of us to heed their
advice.

Six accomplished executives during the CMA
Commodore debate talked about seeking value in
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human capital, setting an example at the top,
focusing on long-term relationships, and applying
data-driven decision-making through sharing of
information.

The six executives were all female, a clear sign that
times are changing even in a traditionally male-
dominated industry that appears to be among the last
to innovate and adapt to new norms.

Kathy Metcalf, president and chief executive of the
Chamber of Shipping of America, summed up the
three most important qualities of being a leader:
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Have integrity by “doing the right thing when nobody
is watching”, build a team spirit by “always conduct
yourself as being one in a team of many”, and focus
on education by “building a shared value system”.

Ms Metcalf, who was once denied admission to a
service academy by being told “we are not ready to
downgrade the quality of education we offer”, was the
first female cadet to graduate from the Merchant
Marine Academy at King’s Point in 1978.

Her 40-year career path in shipping may be different
than that followed by Peter Evensen, former chief
executive of Teekay and head of global shipping at JP
Morgan Chase, who graduated from Amherst College
in 1980, but their leadership attributes are eerily
similar.

Christa Volpicelli, an accomplished investment
banker in her own self, introduced Mr Evensen at the
Capital Link Luncheon, saying that the three ways
that exemplify his leadership are business vision,
energy and enthusiasm, and integrity. Mr Evensen
was to receive the shipping leadership award.

Mr Evensen had a few life lessons to share, and an
equal number of anecdotes, in his acceptance speech.

He said that to be successful in shipping you must
speak at least two “languages” and have at least two
core competencies.

“In my case it was shipping and finance, but it could
easily be shipping and something else, like social
media, network software, or artificial intelligence.

This is the future of shipping and anyone who wants
to be in shipping has to bring something new to the
table.”

He said that his career had always been about
bringing innovative finance by taking from other
industries and bringing it to shipping.

He also said that you learn a lot by simply listening.

“A shipowner told me once that operating a vessel is
something terrible to do between buying and selling a
ship, which taught me that I should go into industrial
shipping where ships are a means to an end and not
an end in itself.”

He warned the young generation of shipping
executives that “disruptors are coming to shipping”
and that we will see more changes in the next five to
10 years than we have seen in the past 20.

He advised them to always have a “can-do spirit”
even at times of crisis. “It’s never a crisis, Peter,
merely an opportunity” he was once told by a
shipowner during an industry downturn.

Mr Evensen, who spends a lot of his time these days
in the non-profit world by helping adults with
disabilities to find employment, said that he is slowly
finding his way back into shipping.

“Shipping is a lot like Hotel California. I am the
testament to it that you can check out any time you
want but you can never leave.”

The Interview: Wang Jianjun

WHAT causes a headache for Wang Jianjun, a Hong
Kong-based banker in shipping, is borrowers that
think they understand the industry’s cyclicity yet
splurge on a fiction about charming market
prospects, writes Cichen Shen.

A subsequent disproportionate expansion of fleet will
eventually cripple ship earnings, and hence ramp up
lenders’ book of bad loans.

As the director of shipping management and advisory
at Commonwealth Bank of Australia, Mr Wang knows
that well. Over the past six years, he has been
monitoring and analysing market movement,
evaluating the risks of new projects as well as existing
portfolios.

CBA’s shipping exposure stood at $2.9bn in 2016,
according to Marine Money International. That tally
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stands at approximately $4bn now, Lloyd’s List
understands.

With the rate improvement seen in the dry bulker
and container ship sectors, Mr Wang is alert to
today’s expanding orderbook.

If the capacity of newbuilding orders considerably
exceeds the estimated growth in cargo demand and
scrapping volume, it suggests the risk of speculative
bubbles.

“I don’t like to deal with speculative owners,” he tells
Lloyd’s List in an interview.

“If you place orders at one blow, say, that account for
15%-20% of your total fleet capacity, you are not just
speculating but also disrupting the market. So

owners must think over the responsibility they have
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and the consequence they’ll experience.”

But it’s not easy to make investors understand
shipping and stay vigilant.

The influx of private equity funds between 2012 and
2013 was a striking precedent. And before that there
was the KG model, a prime cause for the recent fall of
Germany’s shipping banks.

The former scenario was partially led by a story that
the markets had reached bottom at that time, after a
five-year downturn that was typical in shipping. The
KG investors once believed the China-led super cycle
would never come to an end.

A latest rising star is China’s leasing companies,
many of them are backed by major Chinese banks or
state-owned enterprises.

Equipped with good shipping expertise and strong
financial muscle or even credit rating, they seem to
have nicely filled the gap between the banks and
conventional shipowners, albeit with a bit extra cost.

But now more and more lessors are joining the game.
As aresult, their risk appetite will inevitably increase.

Mr Wang says banks shouldn’t take it for granted that
the leasing houses are safer counterparties; “when
dealing with them, you always need to look at the
underlying vessel assets and the owners or charterers
at the other end.”

Nevertheless, the opportunities for handsome returns
derived from the lows and highs in shipping will
always bring in new investors. Don’t forget being an
owner is not that difficult in this industry, especially
in the dry bulker and tanker sectors.

The problem is even some experienced owners often
get lost amid the unpredictable cycles — let alone the
newcomers. That is because a lot of them have been
convinced by an attractive story about market
bottoming out, rather than by facts, according to Mr
Wang.

As a banker and analyst, Mr Wang naturally prefers
facts, or “data and the market trend they’ve outlined”
in his own words.

One of his insights is to look at the so-called net
demand growth (NDG), ie seaborne cargo growth
rate minus fleet growth rate.

After comparing it with freight rate data, Mr Wang
has found that NDG can serve as a leading indicator
for the latter.

In container shipping, for example. When the NDG
started to fall in 2010, the Clarksons Average
Containership Earnings (CACE) followed the next
year. And after a short-lived rebound between 2012
and 2013, the NDG began to go south again in mid-
2014, with CACE then turning downwards in mid-
2015.

Now, Mr Wang wants to share his knowhow to more
that are in or going to join the industry.

Over the last two years, he has made his findings,
including the NDG, into a newly-published book, Ship
Market Trend.

We will leave the readers to be the judge of Mr Wang’s
insights. But the maritime veteran, who spent 25
years working in shipbuilding, classification society,
brokerage and now banking, hopes his 200-page
book can shed some light on the fundamentals of
shipping cyclicality.

More importantly, he hopes that by having a clearer
vision about market directions, investors and owners
can avoid repeating the past mistakes, so that the
industry can become a more stable and decent place
for all practitioners.

Mr Wang recalls that when he was in his previous job
as a shipbroker at Gibson, one shipowner scheduled a
meeting at 1pm but showed up at 3pm. “Shipowners
are known for their bloated ego and sometimes think
they are the market. If so, they need to be more
far-sighted.”

ANALYSIS

Succession plan in place for
privately-owned Bristol Port

PORTS are hot properties these days, with
infrastructure funds and private equity appreciating
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the steady long-term revenue streams, and trade
buyers keen to acquire economies of scale.

Page 5



That is what makes the Bristol Port Company so
unusual.

The UK west coast port on the River Severn has been
under the same ownership since it was privatised in
1991, and looks set to remain that way.

Terence Mordaunt and Sir David Orr, businessmen
with shipping backgrounds, paid £36m to Bristol City
Council for Avonmouth and Portbury Docks.

Since then, they have developed them into one of the
country’s most diversified port complexes, handling
cargo ranging from cars, trucks, and tractors, to
containers, grain, wine, steel, jet fuel and much more.

The port moves around 750,000 vehicles a year, of
which two thirds are imports, plus more than
100,000 teu of container traffic. It will also handle
significant tonnages of aggregates which will arrive
by train, be loaded onto coaster vessels, and taken to
nearby Hinkley Point where a new nuclear power
station is to be built.

Bristol is also likely to become the muster port for
most of the other major components that will be
required for what is the largest construction project
in Europe.

Total tonnage moved through the port came to 8.3m
tonnes in 2016/17, while pre-tax profit was £22.8m on
turnover of almost £84m. That was a slight dip from
2015/16 but ahead of 2014/15 results.

The two owners have never sought to diversify
beyond Bristol, which straddles the River Avon as it
meets the River Severn, and nor have they been
tempted by any takeover approaches.

Instead, there is a clear succession plan in place, with
Sir David’s son Andrew the operations director, and
Mr Mordaunt’s son Jonathan the commercial
director.

Running the port today is chief executive David
Brown, who took over from Simon Bird a couple of
years ago.

Speaking to Lloyd’s List, Mr Brown emphasised the
family nature of the port, which has a workforce of
564, all of whom are fully employed and not casual
labour. No jobs or activities are out-sourced.

Much has changed since the port was sold in what
was one of the UK’s first privatisations. Where once
the port was surrounded by heavy engineering plants
and handled a large quantity of coal, these have been
replaced by warehousing and logistics businesses for
companies such as John Lewis and Asda, while
Amazon is building a huge distribution complex.

The strategy now, as ports around the world grapple
with the rapid changes taking place in the
marketplace — whether consolidation of their
shipowner customers; the threat of trade wars; or in
the UK’s case, the prospect of Brexit — is to maintain
a steady pace of investment, says Mr Brown.

Equipment is replaced after 10,000 hours to ensure it
is always both safe and up to date, and as efficient as
possible.

And as for ownership, the message from Sir David
and Mr Mordaunt is that Bristol, one of the very few
fully British-owned ports in the UK, is not for sale,
and that there is a clear succession plan in place for
when they decide to step down after more than a
quarter of a century in charge.

A tale of two ports: A look at Bristol

and Liverpool

BACK in the days when container shipping was
booming, Britain looked set to run out of terminal
capacity, and a new generation of vessels was
expected to change trade patterns, two ports located
on the west coast of England decided to seize the
moment.

Both drew up plans to build a deepwater facility on a
greenfield site outside the locks, able to handle some
of the biggest containerships in the world. They
planned for an eventual annual capacity of about
1.5m teu.
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Peel Ports’ £400m Liverpool2 terminal on the banks
of the River Mersey is now open for business.

Compare that with the site designated for
development by Bristol Port Company on the River
Severn. It is still a mudflat. So what happened, and
who made the correct call?

Timing has played a big part in the decisions taken
by two of the UK’s leading port operators.

Bristol was all set to press ahead with its expansion
plans when the banking crisis erupted in 2008,
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Lehman Brothers folded, and the container trades
went into freefall. Maersk subsidiary APM
Terminals, which had been lined up as a joint
venture partner, pulled out, and Bristol decided to
wait.

Then, as the markets recovered and new container
handling capacity came on stream at other ports in
the UK, including DP World’s London Gateway,
Hutchison-owned Felixstowe, and Southampton,
Bristol again felt it would be too much of a risk to
compete with the more established players in this
field.

Nevertheless, plans for a brand new terminal in the
Bristol Channel have not been shelved altogether. A
Harbour Revision Order, which was due to expire in
2020, has just been extended to 2030, giving the
port time to go ahead with the investment, should
market conditions look promising again.

The Liverpool2 development was based on the hope
that an expanded Panama Canal would change trade
routes from Asia to Europe, with vessels of up to
14,000 teu crossing the Pacific, transiting the
waterway to reach the US east coast, and then
heading on to Europe, with Liverpool the first port
of call because of its location.

The new facility was officially opened in November
2016, but has yet to attract a regular deepwater
service, with the port caught up in a huge
realignment of carriers’ networks through mergers,
acquisitions, and alliances.

Lines that have tested the facility have also
complained about the difficult conditions of the river
terminal, with the tide and often strong winds

making cargo-handling operations challenging.

Bristol, on the other hand, believes it has overcome
some of the problems of locating a terminal outside
the locks, with plans to construct a breakwater,
should it eventually go ahead with the development
whose design features include 12 km of quay, three
deepwater berths, and water depth for the world’s
biggest ships.

But Bristol, one of the most diversified ports in the
country, is still pressing forward with upgrades to its
existing container facilities, where it handles about
100,000 teu a year. Maersk’s shortsea operator
Seago has just included Bristol’s Portbury Dock in its
UK west coast-Ireland feeder service.

A Mediterranean Shipping Co feeder service from
Antwerp also calls, as do CMA CGM subsidiary
MacAndrews in partnership with Borchard Lines,
and others. The biggest boxship it can handle is
about 5,000 teu.

Whether Bristol will eventually revive its plan to
develop a container terminal able to handle ships
that are three or four times larger than the biggest it
can receive at the moment is far from certain.

But co-owners Terence Mordaunt and Sir David Orr,
who acquired the port from Bristol City Council in
1991 for £36m, are acutely aware of Bristol’s
relatively small size and acknowledged that the port
“is not among the big battalions”.

Given the fickle nature of container lines, some very
deep pockets are needed to cover the risk of building
a facility that may take many years to attract
customers, as Peel Ports is finding with Liverpool2.

MARKETS

Spectre of trade war looms over

the dry bulk market

BIMCO’s chief shipping analyst Peter Sand has
warned of “potential downside risks to the recovery”
in the dry bulk sector, saying that a spectre of a
trade war may affect the sector.

“If US is going forward with the tariffs it has
presented to the world, the natural retaliation could
be against American agricultural exports,” Mr Sand
told Lloyd’s List on the sidelines of the Asia Pacific
Maritime conference in Singapore.
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Trade between the US and other countries is mostly
long haul, which spurs tonne-mile demand for the
sector, he said. He pointed out that any threat that
materialised in a cut in demand for shipping would
be negative for the market.

Mr Sand noted that soyabeans being exported into
China from the US is a huge trade. China could
retaliate against the US by returning to Argentina
and Brazil for soyabean imports.
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The US is the world’s largest producer of soyabeans,
with an output of 117m tonnes and exports of 50m
tonnes in the 2016-17 crop year. This puts it ahead of
Brazil, with output of 114m tonnes and exports of
63m tonnes in the same year, according to data from
the US Department of Agriculture.

At present, China buys about 60% of the 140m
tonnes in annual global trade in soyabeans, making
that trade strategically well placed to hit back at the
US. The US would suffer reduced soyabean sales if
China chooses to shift this $14bn per annum trade
to other soyabean-producing countries.

Any shift in that trade might hit dry bulk shipping
because it would reduce tonne mile demand for the

vessels.

US president Donald Trump made good on his
election promise to set tariffs on steel and
aluminium imports in the interests of national
security and to protect US domestic industry from
unfair trade, paving the way for possible retaliation
from other nations.

Mr Sand believes it is very important the world
continues the march toward globalisation. He
believes initiatives such as the Comprehensive and
Progressive Agreement for the Trans-Pacific
Partnership are a necessary move in that direction.

“We need more of these,” he said.

Capes lag other dry segments as
they fall to seven-month low

CAPESIZE earnings dropped to the lowest level in
almost eight months as a dearth of cargoes from
Brazil affected the spot market.

The fall left the segment lagging behind panamaxes
and supramaxes.

The average weighted time charter on the Baltic
Exchange slumped to $9,600 per day at the close on
Friday, the lowest since the end of July. That
compares with $11,554 a week ago.

The C3 Brazil to China voyage slipped to $14.98 per
tonne from $15.45 on March 9, according to the
London-based exchange.

“Atlantic rates came under further pressure... with
voyage rates sharply lower in a market short of
cargo,” the Baltic Exchange said in a note.

The C5 Australia to China voyage also declined to
$6.11 per tonne from $6.41 a week ago, although
more chartering interest was emerging.

According to Maritime Strategies International, the
current capesize weakness would be short-lived
because strong steel production in China would
ensure continued requirements for high-quality iron

ore from Brazil and Australia, despite the high port
stockpiles, sitting at 1590m tonnes, up 22% on the
year.

“The high stocks are not viewed as a significant risk
to imports in the near term” because the “quality of
the ore in inventory is generally poor”, it said, adding
that steep producers are in need of better quality
raw materials.

The consultancy expects average capesize earnings
of $14,700 per day in May and $17,000 in August.

The drop in capesize earnings contrasts with higher
earnings for the other segments.

Average time charter earnings for panamax vessels
inched up in the week to $12,993 per day at the close
on Friday from $12,960 a week ago, while
supramaxes gained 5.6% to $12,318 per day, the
highest since the end of October, and handysizes
increased by 2.6% to $9,227 per day.

According to Fearnleys, the strength in supramax
was due to increased activity from the US Gulf to the
Far East and to northwest Europe, with some gains
seen in the Black Sea region.

IN OTHER NEWS

CMA CGM posts $701m profit for

2017

FRENCH group CMA CGM has

outperformed the industry with a
APL.
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strong set of results for 2017 that
were helped by both a recovery in
the global container trades and
the acquisition of Singapore line

The Saadé-controlled group
posted a net profit of $701m last
year, compared with a 2016 loss
of $452m in 2016 when all lines
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were suffering from a brutal price
war.

APL, which was integrated into
CMA CGM in June 2016,
contributed $340m to the 2017
profit figure.

Ranked number three in the
world in terms of containership
capacity and a member of the
Ocean Alliance, CMA CGM saw
revenue rise 32% to $21.1bn. This
was the first timer the $20bn
level had been passed, the group
said, and was helped by healthy
transpacific trades where both
CMA CGM and APL have a strong
presence.

Shipping 'key’ if UK is to be major
trading nation after Brexit

SHIPPING will play a key partin
achieving the UK's ambition to be
a major trading nation outside
the European Union, according to
Brexit minister Robin Walker.

As Mr Walker said the aim was
for UK customs “to remain as
frictionless as possible",
Transport Secretary Chris
Grayling later said physical
checks on lorries at ports after
March 2019 would be “utterly
unrealistic”.

In an exclusive article for the UK
Chamber of Shipping, Mr Walker
— Parliamentary Under-Secretary
of State at the Department for
Exiting the European Union

— wrote that as Britain negotiates
its exit from the EU it has “the
chance to chart a bright new
course for our country and for
this important industry”.

Mr Grayling ruled out any
customs checks at Dover after
the UK leaves the EU. Speaking
on the BBC's Question Time, he
said trade would be managed
electronically to allow “seamless”
movement.
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Richard Ballantyne, chief
executive of the British Ports
Association, of which the port of
Dover is a member, welcomed Mr
Grayling's proclamation but
questioned how such a dramatic
change in border policy will be
introduced and how the freight
industry will be able to adjustin a
relatively short timescale.

New faces to lead UK shipping as
Brexit debate intensifies

TWO of the top jobs in UK
shipping are about to become
vacant at a time when the
industry is pushing to have a
louder voice on the national and
international stage.

Headhunters are already looking
for a replacement for UK
Chamber of Shipping chief
executive Guy Platten, who is
moving to the International
Chamber of Shipping in August
as secretary-general.

The search will also begin next
week for a successor to the
Maritime and Coastguard
Agency's chief executive Sir Alan
Massey, who is to retire towards
the end of the year.

The two pending changes at the
top coincide with another
handover as Sir Michael Bibby
was formally elected president of
the UK Chamber at its annual
general meeting on Thursday. He
succeeds Shell's head of
shipping and maritime activities
Grahaeme Henderson, who stood
for an unprecedented two-year
term in order to have time to
push through key issues on his
agenda, notably related to safety
and the environment.

DP World confident on macro picture
with $1.2bn net profit

DP WORLD has seen its net profit
climb to $§1.2bn in 2017, up 7.3%
on the previous year, amid a
recovery in global trade.

Revenues rose 6% year on year to
$4.7bn, with a 10.1% increase in
gross throughput to 70.1m teu.

The company said the growth in
box handling last year was the
highest seen since 2011, along
with a meaningful rebound in
trade volume.

“We are confident the improved
macroeconomic growth
momentum will continue...
[although] geopolitical headwinds
in some regions continue to pose
a challenge.”

China's newbuilding orders up 456%
in January-February

THE Chinese shipbuilding
industry recorded strong growth
in new orders for the first two
months of this year, but mounting
cost pressure has dampened its
financial performance.

Newbuilding orders surged by
456% year on year to 12.3m dwt
between January and February,
according to a report by the
China Association of the National
Shipbuilding Industry, also known
as Cansi. Of that figure, export
orders soared 473% to nearly 1Tm
dwt.

The sharp increase in new
contracts has also helped reverse
the declining trend in orderbook
backlog, an important indicator
for shipyards' business
sustainability, seen last year.

Korea's financial watchdog to tighten
inspection of shipping industry
SOUTH Korea's Financial
Supervisory Service will beef up
its monitoring and inspection of
the country's shipping and
shipbuilding industry's
accountancy, after coming under
fire for being somewhat lax.

In particular, the country's

financial watchdog will take a
closer look at the companies’
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regular business reporting
process to make sure companies
do not mislead investors or
withhold information, according
to the FSS.

It will also mete out stricter
penalties on firms engaging in
illegal accounting practices. The
FSS did not give further details.

Maersk Tankers acquisition gets EU
approval

THE European Commission has
approved the $1.17bn acquisition
of Maersk Tankers by AP Moller
Holdings and Mitsui&Co,
finalising the sale to the Robert
Uggla-led investment manager.

“The commission concluded that
the proposed acquisition would

raise no competition concerns
because of the limited impact it
would have on the market," it said
in a statement on Friday.

Maersk Tankers operates 161
vessels, of which it owns 80,
charters 23 and commercially
manages 58, according to the
company.

See the next page for classified notices

Lloyd's List | Daily Briefing Monday 19th March

Page 10



I-law.com

Maritime intelligence | informa

Lloyd’s Law Reports and our i-law
service dare the essential resource for
lawyers in shipping companies

With Lloyd’s Law Reports archive going back to 1919, essential books like Time Charters
and Voyage Charters, the ability to create folders, track your research, print and store
documents in personal folders, Maritime & Commercial on i-law.com is the leader in

maritime law research for in-house legal teams.

Our online service includes:

Key: & Online @ Email

i—law.com%

Maritime intelligence | informa

High Frequency (weekly when courts are in session)
Lloyd’s Law Reports Plus &
Lloyd’s Law Reporter & &

Bi-weekly
Lloyd’s Maritime Law Newsletter .
Lloyd’s Law Reports &1

Monthly
Shipping & Trade Law &1
Maritime Risk International &

Quarterly
Lloyd’s Maritime and Commercial Law Quarterly &
Chinese Maritime and Commercial Law Reports &1

Please note that Chinese Maritime & Commercial Law Reports is only available
by separate subscription, and is not included in the package collection.

Twice yearly
The Ratification of Maritime Conventions &4

Our annual subscription service includes the full range of periodical publications listed above, and
is complemented by a digitised selection of leading maritime and commercial book titles.

Find out more

Q about.i-law.com @& +44 20 7017 7565 (EMEA) / +65 6508 2428 (APAC) @ lawsales@informa.com
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